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SYSTEM AND METHOD OF MONITORING A
PERFORMANCE LEVEL OF A BATTERY

TECHNICAL FIELD

The present disclosure is related to a system and method
of monitoring a performance level of a battery.

BACKGROUND

Motorized vehicles include a powertrain operable to pro-
pel the vehicle and power the onboard vehicle electronics.
The powertrain, or drivetrain, generally includes an engine
that powers the final drive system through a multi-speed
power transmission. Many vehicles are powered by a recip-
rocating piston type internal combustion engine (ICE).

Hybrid vehicles utilize multiple alternative power sources
to propel the vehicle, minimizing reliance on the engine for
power. A hybrid electric vehicle (HEV), for example, incor-
porates both electric energy and chemical energy, and con-
verts the same into mechanical power to propel the vehicle
and power the vehicle systems. The HEV generally employs
one or more electric machines (motor/generators) that oper-
ate individually or in concert with the internal combustion
engine to propel the vehicle.

The electric machines convert kinetic energy into electric
energy which may be stored in an energy storage device. The
electric energy from the energy storage device may then be
converted back into kinetic energy for propulsion of the
vehicle. Electric vehicles also include one or more electric
machines and energy storage devices used to propel the
vehicle. Conventional vehicles may include an electric
machine to convert kinetic energy of the engine into electric
energy which is stored in a starting, lighting, and ignition
(SLI) battery.

SUMMARY

One possible aspect of the disclosure provides a method
of monitoring a performance level of a battery of a vehicle
having an electronic control unit (ECU). The method
includes enabling a charging diagnostic module (CDM) and
determining, with the CDM, a charging status of the battery.
The method also includes enabling a discharging diagnostic
module (DDM) and determining, with the DDM, a discharg-
ing status of the battery. The charging status and the dis-
charging status are recorded in a memory location of the
ECU.

In another aspect of the disclosure, a vehicle includes a
battery and a controller in communication with the battery.
The controller is configured to enable a charging diagnostic
module (CDM) and determine, with the CDM, a charging
status of the battery. The controller is also configured to
enable a discharging diagnostic module (DDM) and deter-
mine, with the DDM, a discharging status of the battery. The
controller also records the charging status and the discharg-
ing status in a memory location of the ECU.

The above features and advantages and other features and
advantages of the present teachings are readily apparent
from the following detailed description of the best modes for
carrying out the present teachings when taken in connection
with the accompanying drawings.

BRIEF DESCRIPTION OF THE DRAWINGS

FIG. 1 is a schematic illustration of an example vehicle
having a battery and a controller which monitors the per-
formance level of the battery.
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FIG. 2 is a schematic logic flow diagram for the controller
usable with the vehicle shown in FIG. 1.

FIG. 3 is a schematic diagrammatic illustration of a
charging side and a discharging side of the battery.

FIG. 4 is a flow chart describing a method for monitoring
the performance level of the battery of the vehicle shown in
FIG. 1.

DETAILED DESCRIPTION

Referring to the drawings wherein like reference numbers
correspond to like or similar components throughout the
several figures, and beginning with FIG. 1, a vehicle, such
as a hybrid electric vehicle (HEV) 10, includes an internal
combustion engine 12 having a starter motor 11 operable for
starting the engine 12 during an initial start-up of the HEV
10. The HEV 10 also includes a transmission 14, having an
input member 22. The transmission 14 is configured to be
capable of transmitting propulsive torque to a set of road
wheels 16, via an output member 24, operatively connected
to the transmission 14.

The HEV 10 may include a high-voltage electric motor/
generator unit (MGU) 26 that is operatively connected to the
engine 12. The MGU 26 may be configured to selectively
crank and start the engine 12. In some embodiments, the
starter motor 11 may be used for the same purpose. The
MGU 26 may be configured as a multi-phase electric
machine having a relatively high voltage of approximately
60 volts to 300 volts or more, depending on the design. The
MGU 26 is also electrically connected to a rechargeable
energy storage system (RESS) 25 via a high-voltage DC bus
or connection 29, a power inverter module (PIM) 18, and an
alternating current (AC) bus 23. The RESS 25 may be a
multi-cell lithium ion or suitable battery pack in a possible
embodiment. Further, the RESS 25 may be configured as a
high-voltage battery having a plurality of cells and config-
ured to store and provide electrical energy to one or more
electrical components in the HEV 10. As such, the RESS 25
may be configured to selectively propel the HEV 10 by
supplying electrical power to the MGU 26, which in turn
drives the transmission 14, and ultimately the wheels 16 in
an electric mode. The RESS 25 may be recharged via the
MGU 26 when the MGU 26 is operating in its capacity as
a generator, for example during a regenerative braking
event, as known to those of skill in the art.

As discussed in greater detail below, the RESS 25 may
include one or more sensors 54. The RESS 25 may have one
or more parameter values that are associated with a perfor-
mance level of the RESS 25. The performance level may
include a quantity representing a condition of the RESS 25
relative to ideal operating conditions of the RESS 25. Thus,
the performance level may be used to determine the remain-
ing lifespan of the RESS 25. The parameter values may be
quantities that are used to estimate or derive the performance
level. Another quantity, called the state of charge (SOC),
may indicate the residual (e.g., remaining) capacity of the
RESS 25 relative to a reserve capacity of the RESS 25. Thus,
the state of charge is an indication of how much electrical
energy may be provided before the RESS 25 needs to be
recharged.

The sensor 54 may include any device configured to
measure a terminal voltage, an accumulated charge, and
temperatures of the RESS 25 and generate one or more
signals representing those measured characteristics. While
only one sensor 54 is illustrated, the HEV 10 may include
any number of sensors 54. For instance, one sensor may be
used to measure a voltage, another sensor may be used to
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measure an accumulated charge, and different sensor may be
used to measure the temperature.

To measure the voltage, the sensor 54 may include a
digital or analog voltmeter configured to measure a differ-
ence in electrical potential across terminals of the RESS 25.
Alternatively, the sensor 54 may be configured to estimate or
derive the voltage across the terminals based on factors such
as the current output of the RESS 25, the temperature of the
RESS 25, and the resistance of components within the RESS
25. The voltmeter may be configured to generate and output
a signal representative of the electrical potential across the
terminals (e.g., the terminal voltage). To measure the accu-
mulated charge, the sensor 54 may include any device
configured to measure electrical current (e.g., direct current)
and generate a signal representative of the magnitude of the
current measured. The accumulated charge may be derived
from the measured terminal current. To measure the tem-
perature of the RESS 25, the sensor 54 may include any
device configured to measure a quantity of heat at one or
more locations of the RESS 25, including the ambient air
surrounding the RESS 25, and generate one or more signals
that represent the highest, lowest, average, and/or median
temperature measured.

The HEV 10 may also include an auxiliary power module
or APM 28, which is electrically connected to the RESS 25
via a high-voltage bus 29, and to a low-voltage or auxiliary
battery (AUX) 41 via a low-voltage bus 31. The APM 28
may be configured as a DC-DC converter adapted to convert
a supply of DC power from a high-voltage level to a
low-voltage level, and vice versa, as determined by an
electronic control unit (ECU) 37. More specifically, the
APM 28 is operable for converting a relatively high voltage
from the ESS 25 to a lower voltage level suitable for
charging the auxiliary battery 41, and for supplying the HEV
10 with low-voltage power, as required. The auxiliary bat-
tery 41 may be a relatively low-level device, such as a
12-volt battery, suitable for powering one or more auxiliary
systems or accessories 45 aboard the HEV 10.

Still referring to FIG. 1, the ECU 37 is operatively
connected to or otherwise in communication with each of
the engine 12, the starter motor 11, the MGU 26, the RESS
25, the APM 28, and the auxiliary battery 41 via a control
channel 51, e.g., a hard wired or wireless control link or path
suitable for transmitting and receiving the necessary elec-
trical control signals for proper power flow coordination
within the HEV 10. The ECU 37 includes a microprocessor
unit that receives and processes various vehicle operating
values including an APM voltage output and an APM
current output. The ECU 37 may be configured as a distrib-
uted or a central control module having such control mod-
ules and capabilities as might be necessary to execute all
required power flow control functionality aboard the HEV
10 in the desired manner.

In response to receiving an input 42 from operator
(driver), the HEV 10 is also configured with an ignition
system 38 configured to transmit an ignition signal 40 to the
ECU 37 to, in turn, initiate a “RUN/CRANK” event and thus
start the engine 12. The input 42 may be turning a key in the
ignition. Some configurations of the HEV 10 may not
include a traditional (key-based) ignition, and may be opera-
tional whenever the operator of the HEV 10 is within
proximity of the HEV 10. For example, the ignition system
38 may be configured to transmit the signal 40 to the HEV
10 and may be operational whenever a key fob or remote
security device (not shown) is inside of the vehicle or
whenever a start button (not shown) is pushed.
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Additionally, the ECU 37 includes a controller 34. The
physical hardware embodying the controller 34 may include
one or more digital computers having a processor 35 and a
memory 36, e.g., a read only memory (ROM), random
access memory (RAM), electrically-programmable read
only memory (EPROM), high speed clock, analog to digital
(A/D) and digital to analog (D/A) circuitry, and input/output
circuitry and devices (I/O) including one or more transceiv-
ers 47 for receiving and transmitting any required signals in
the executing of method 100, as well as appropriate signal
conditioning and buffer circuitry. Any computer-code resi-
dent in the controller 34 or accessible thereby, including the
algorithm 100, can be stored in the memory 36 and executed
via the processor(s) 35 to provide the functionality set forth
below.

The controller 34 of FIG. 1 may be configured as a single
or, as shown in FIG. 2 a distributed control device. The
controller 34 is electrically connected to or otherwise in
hard-wired or wireless communication with each of the
engine 12, the MGU 26, the RESS 25, the APM 28, and the
PIM 18 via suitable control channels 51, e.g., a controller
area network (CAN) or serial bus, including for instance any
required transfer conductors, whether hard-wired or wire-
less, sufficient for transmitting and receiving the necessary
electrical control signals for proper power flow control and
coordination aboard the HEV 10.

With continued reference to FIG. 1, the controller 34 may
be configured to estimate or derive one or more of the
parameter values associated with the state of health of the
RESS 25, as well as determine the state of charge of the
RESS 25. In one possible implementation, the controller 34
may be configured to determine when the RESS 25 has
reached a minimum performance level and then record the
status of the performance level of the RESS 25 in a data
manager 49. More specifically, in this implementation, the
status recorded in the data manager 49 may reflect that the
RESS 25 has reached an end of its usable life and/or requires
maintenance. The data manager 49 may be resident within
the ECU 37 or may be disposed in any other desired
location. The data manager 49 may, in turn, be configured to
illuminate a display indicator 53 and/or set a “fault”.

Referring to FIG. 2, in a particular configuration, the
controller 34 of FIG. 1 may include multiple control mod-
ules, each having corresponding hardware and software
which together perform corresponding functions, possibly
executed at faster or slower process loop speeds relative to
the other control modules. For example, a battery diagnostic
module (BDM) 48 may include, or be in communication
with, a charging diagnostic module (CDM) 50 and a dis-
charging diagnostic module (DDM) 52. While omitted from
FIG. 2 for illustrative clarity, each control module 48, 50, 52
may include one or more of the processors 35, memory 36,
and transceivers 47, as shown in FIG. 1.

The CDM 50 is configured to function as a monitoring
system that monitors a charging capability 70 of the RESS
25. Likewise, the DDM 52 is configured to function as a
separate monitoring system that monitors a discharging
capability 72 of the RESS 25. The CDM 50 and the DDM
52 function simultaneously. As set forth in more detail
below, each monitor 50, 52 will “pass” if its monitored input
is greater than or equal to a calibrated fault threshold and
each monitor 50, 52 will fail if the input is less than a
calibrated fault threshold. If either monitor 50 or 52 fails
during a drive cycle of the HEV 10, the BDM 48 also fails.
However, if both monitors 50 and 52 pass during the drive
cycle, the BDM 48 also passes. Therefore, monitoring both
the charging and discharging power capabilities of the RESS



US 9,428,073 B2

5

26 allows the entire band of the state of charge of the battery
of the RESS 25 to have at least one diagnostic monitor 50,
52 enabled.

With continued reference to FIG. 2, the controller 34 may
continuously receive a signal 40 from the ignition system 38
and one or signals 56 from the RESS 25. The signals 56 from
the RESS 25 may be related to the voltage, state of charge,
temperature, current, and the like. The controller 34 may
store these signals 38, 56 in the memory 36 as values to be
used by the modules 48, 50, 52, as set forth in more detail
below.

The BDM 48 performs a diagnostic that continuously
monitors the performance of the RESS 25 to determine
whether or not the RESS 25 has reached the minimum
performance level. The BDM 48 senses, via the signal inputs
40, 56, when a pre-defined minimum performance level is
not met by the RESS 25. The BDM 48 is capable of
simultaneously monitoring the charging power limit, via the
CDM 50, and the discharging power limit, via the DDM 52,
thus ensuring that at least one of the modules 50, 52 is active
at any particular state of charge of the RESS 25. When the
state of charge is too high, the charging capability estimate
will be inaccurate, but the discharging capability estimate
will be accurate. Likewise, when the state of charge is too
low, the discharging capability estimate will be inaccurate,
but the charging capability estimate will be accurate. Said
differently, when the state of charge is high enough or low
enough to cause inaccuracy in one capability estimation, i.e.,
charging or discharging, the estimation of the other of the
charging and discharging will still be accurate. The diag-
nostic of the BDM 48 is configured to fail if the calculated
battery power falls below acceptable power levels and the
diagnostic of the BDM 48 is configured to pass if a reason-
able drive cycle of the HEV 10 is completed without a fault.
If the diagnostic of the BDM 48 fails, in order to re-pass the
diagnostic of the BDM 48, additional conditions may be
added to the diagnostic in order to attempt to duplicate the
conditions of the original fault mode and verify that indeed
the fault mode is no longer present during operation of the
HEV 10.

With continued reference to FIG. 2, the BDM 48 simul-
taneously communicates with the CDM 50 and the DDM 52,
where the CDM 50 and the DDM 52 each monitor separate
fault conditions of the RESS 25. With reference to FIG. 3,
the CDM 50 monitors, in part, a charging capability 70 of a
charging side 71 of the RESS 25, the DDM 52 monitors a
discharging capability 72 of a discharging side 73 of the
RESS 25. More specifically, the CDM 50 observes and
monitors a calculated battery power capability for accepting
charging power by the charging side 71 and the DDM 52
observes and monitors a calculated battery power capability
for providing discharging power by the discharging side 73.
By way of a non-limiting example, with continued reference
to FIG. 3, the RESS 25 may be capable of estimating a
charging power capability 70 from the charging side 71
when a state of charge on the charging side 71 is no greater
than a 90% state of charge. Likewise, the RESS 25 may be
capable of estimating a discharging power capability 72 by
the discharging side 73 when a state of charge of the
discharging side 73 is no less than a 10% state of charge. As
will be explained in more detail below, each module 50, 52
has its own enabling conditions with respect to a state of
charge, temperature, current, power capability, recent bat-
tery usage, and the like. The state of charge of enablement
regions for charging and discharging (see FIG. 3), while
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unique, have the capability to overlap, thus extending the
power capability diagnosis to cover all possible state of
charges of the RESS 25.

With respect to the operation of the controller 34 in
execution of the method 100, the method 100 may begin at
step 101, wherein the controller 34 receives signals 56 from
the RESS 25. Once the signals 56 are received from the
RESS 25, the method 100 proceeds to step 102.

At step 102, the received signals 56 are stored in the
memory 36 as values. The values may be associated with a
voltage (V), state of charge (SOCg), minimum battery
temperature (T z,,7»), maximum battery temperature (T,,,+),
current (I), and the like. The voltage (V) is the sensor voltage
sensed across all battery cells within the RESS 25. The state
of charge (SOCjy) indicates a percentage of remaining elec-
tric charge (i.e., Amphours) in the RESS 25 with respect to
the total possible stored charge, without respect to a normal
operating range or usage window. Temperature affects bat-
tery impedance (i.e., higher temperature means lower
impedance and lower temperature means higher imped-
ance), and hence, the power capability of the RESS 25. The
maximum temperature (T,,,5) and the minimum tempera-
ture (T,,,,) are used as a mechanism to ensure that the
temperature spread across cells of the RESS 25 is not so
large that the impedance range causes the RESS 25 to not be
capable of accurate diagnosis. To keep the cell voltages
within the control boundary, a battery control system can
only allocate as much power as the least capable cells can
take; with respect to temperature, the coldest cells are the
least capable. Once the values are stored in the memory 36,
the method 100 proceeds to step 103.

At step 103, the controller 34 determines whether the
ignition signal 40 is being received by the ECU 37. If the
ignition signal 40 is not being received by the ECU 37, the
method 100 returns to step 101, where the method 100 is
repeated.

If the ignition signal 40 is being received by the ECU 37,
the method 100 proceeds to step 104.

At step 104, the controller 34 retrieves the values from the
memory 36. Next, the method simultaneously proceeds to
steps 106 and 120.

At step 106, a determination is made as to whether the
CDM 50 should be enabled, as a function of the values of the
RESS 25 and the ignition signal. More specifically, the
controller 34 determines that the CDM 50 should be enabled
only when certain conditions are met. These conditions may
include, but should not be limited to, determining that the
voltage (Vj), state of charge (SOCy), minimum battery
temperature (Tj,,,,), maximum battery temperature (15
muax), current (1), and a calculated charging power limit are
all available and also determining that the ignition signal 40
is being received. The calculated charging power level
provides the ability to choose which of the high voltage
battery charging power limits are observed in the CDM 50.
The conditions may also require the voltage (V), state of
charge (SOCjy), minimum battery temperature (Tz,,.),
maximum battery temperature (1z,,,+), current (I), and a
calculated charging power limit are not fault active at the
same time the ignition signal 40 is consecutively being
received 40.

Further conditions to meet the enablement conditions for
the CDM 50 may include that the state of charge (SOCp) is
greater than or equal to a minimum enabled state of charge
(SOCgpun), based on a charging calibration; the state of
charge (SOCjy) is less than or equal to a maximum enabled
state of charge (SOC,,,), based on the charging calibra-
tion; the maximum temperature (1z,,,+) is less than or equal
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to a calibrated maximum enabled temperature (T, ,y); the
minimum temperature (T, is greater than or equal to a
calibrated minimum enabled temperature (Tz,,,); and a
difference between the maximum temperature (Tz,,,~) and
minimum temperature (Tz,,) is less than or equal to a
calibrated maximum delta temperature (T,,,, ). Other con-
ditions may be required in order to enable the CDM 50. The
minimum enabled state of charge (SOCg, ) is the ability to
choose the lowest value for the state of charge (SOCj) for
which the CDM 50 will still be enabled. The maximum
enabled state of charge (SOCp,,, ) is the ability to choose
the highest value for the state of charge (SOCy) for which
the CDM 50 will still be enabled. The maximum enabled
temperature (Tg,,,) is the ability to choose the highest
value for the maximum temperature (Tg,,,) for which the
CDM 50 will still be enabled. Likewise, the minimum
enabled temperature (Tz,,) is the ability to choose the
lowest value for the minimum temperature (Tz,,,) for
which the CDM 50 will still be enabled. The calibrated
maximum delta temperature (T,,,,+) is the ability to choose
the largest difference between the maximum and minimum
high voltage battery temperature (Tz,.,+), (Tgam) for
which the CDM 50 will still be enabled.

If the determination is made at step 106 that the CDM 50
should not be enabled, the method returns to step 101, where
the method 100 repeats. If, however, the determination is
made at step 106 that the CDM 50 should be enabled, the
method proceeds to step 108, where the CDM 50 is enabled.

Next, the method proceeds from step 108 to step 110. At
step 110 a determination is made as to whether fault con-
ditions are met, based on a charging calibrated threshold for
greater than a charging fault count limit. The charging fault
count limit may provide the ability to choose, during cali-
bration, how many samples of consecutive instantaneously
failed data in a sample period it should take to produce a
fault determination for the CDM 50. At step 110, fault
conditions are met if, based on the charging calibrated
threshold, the calculated charging power limit indicates
lesser power capability than an end of life power threshold,
based on the charging calibrated threshold, for the relevant
battery state of charge (SOCg) and the battery minimum
temperature (Tz,,). The end of life power threshold pro-
vides the ability to choose the charging power threshold for
fault for the CDM 50.

If the determination is made at step 110 that the fault
conditions are met, the method proceeds to step 112. At step
112, the status of the fault conditions not being met is
recorded in a memory location within the data manager 49
and the method 100 returns to step 102, where the algorithm
repeats. If, however, the determination is made at step 110
that the fault conditions are not met, the method proceeds to
step 114.

At step 114, a determination is made as to whether pass
conditions are met for the CDM 50. More specifically, the
pass conditions are met if all of the following have occurred
while the ignition signal 40 (i.e., RUN/CRANK) was con-
secutively True: (1) a product of the voltage (V) and the
current (I) are of greater power in a charging direction than
a minimum pass power threshold, based on a charging
calibration, as a function of the relevant battery state of
charge (SOCjy) and the minimum battery temperature (T5-
M), for greater than a minimum pass power duration, based
on a charging calibrated number of consecutive diagnostic
executions; and (2) either of the following occur: (a) a first
fault power level, for charging, is equal to a first fault power
initialization calibration; or (b) all of the following are true
for greater than a minimum re-pass condition met duration,
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for charging, based on a calibrated consecutive number of
diagnostic executions: (i) the first fault power level, for
charging, is not equal to the first fault power initialization
calibration; (ii) the absolute value of a difference between
the battery state of charge (SOCjy) and a first fault state of
charge (SOC.z), during charging, is less than a state of
charge re-pass hysteresis calibration (SOCg.); and (iii) the
absolute value of a difference between the product of the
voltage (V) and current (I;) and the first fault power level,
based on charging, is less than a power re-pass hysteresis
calibration. The minimum pass power threshold, for charg-
ing, provides the ability to specify the minimum amount of
battery power which must be accepted during a drive cycle
to allow the CDM 50 to produce a pass result. The minimum
pass power duration provides the ability to choose how
many diagnostic executions the minimum passing power
must be exceeded in order for the CDM 50 to be allowed to
pass. The first fault power level is the instantaneous battery
power at the moment the CDM 50 produces a fail result after
a pass result. This value may be used in the next pass
conditions of the diagnostic. The first fault power initializa-
tion calibration provides the ability to specify the initial
value for the first fault power value when the power level is
reset. The minimum re-pass conditions met duration pro-
vides the ability to choose how long a full set of re-pass
conditions must be met in order for the CDM 50 to be
allowed to pass. The first fault state of charge (SOC.) is the
value of the state of charge (SOC;) at the moment the CDM
50 produces a fail result after a pass result. The state of
charge re-pass hysteresis calibration (SOCg.) is the ability
to choose how close the actual state of charge (SOCz) must
be to the first fault state of charge (SOC..) in order to allow
the diagnostic to re-pass. The power re-pass hysteresis
calibration provides the ability to choose how close the
actual battery power must be to the first fault power in order
to allow the diagnostic to re-pass.

If the determination is made at step 114 that the pass
conditions are not met, the method proceeds to step 116. At
step 116, the data manager 49 is alerted that the pass
conditions are not met and the method 100 returns to step
101, where the algorithm repeats. If, however, the determi-
nation is made at step 114 that the pass conditions are met
for the CDM 50, the CDM 50 terminates and the method
proceeds to step 118, which will be explained in more detail
below.

Similar to the steps described in steps 106-114, as men-
tioned above, once step 104 is complete, the method also
proceeds to step 120, in parallel with step 106. At step 120,
a determination is made as to whether the DDM 52 should
be enabled. More specifically, the controller 34 determines
that the DDM 52 may be enabled when only certain condi-
tions are met. These conditions may include, but should not
be limited to, determining that the voltage (Vj), state of
charge (SOCjy), minimum battery temperature (Tz,,.),
maximum battery temperature (1z,,,+), current (I), and a
calculated discharging power limit are all available and also
determining that the ignition signal 40 is being received. The
calculated discharging power level provides the ability to
choose which of the high voltage battery discharging power
limits are observed in the DDM 52. The conditions may also
require the voltage (V), state of charge (SOCy), minimum
battery temperature (Tz,,,,), maximum battery temperature
(T zaz4x0), current (I5), and the calculated discharging power
limit are not fault active at the same time the ignition signal
40 is consecutively being received. Further conditions may
include that the state of charge (SOCy) is greater than or
equal to a minimum enabled state of charge (SOCg,/n),
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based on a discharging calibration; the state of charge
(SOCy) is less than or equal to a maximum enabled state of
charge (SOCg,,, ), based on the discharging calibration; the
maximum temperature (Tg,,,5) is less than or equal to a
calibrated maximum enabled temperature (Tg,,,y); the
minimum temperature (T, ) is greater than or equal to the
calibrated minimum enabled temperature (T.,,); and a
difference between the maximum temperature (Tz,,,~) and
minimum temperature (T, is less than or equal to the
calibrated maximum delta temperature (T,,,, ). Other con-
ditions may be required in order to enable the DDM 52. The
minimum enabled state of charge (SOCg,,) provides the
ability to choose the lowest value for the battery state of
charge (SOCp), for which the DDM 52 will still be enabled.
The maximum enabled state of charge (SOCg,,,~) provides
the ability to choose the highest value for the battery state of
charge (SOCp), for which the DDM 52 will still be enabled.

If the determination is made at step 120 that the DDM 52
should not be enabled, the method returns to step 101, where
the method 100 is repeated. If, however, the determination
is made at step 120 that the DDM 52 should be enabled, the
method proceeds to step 122, where the DDM 52 is enabled.

Next, the method proceeds from step 122 to step 124. At
step 124 a determination is made as to whether fault con-
ditions are met, based on a discharging calibrated threshold.
More specifically, at step 124, fault conditions are met if,
based on the discharging calibrated threshold, the calculated
discharging power limit indicates lesser power capability
than an end of life power threshold, based on the discharging
calibrated threshold, for the relevant battery state of charge
(SOCp) and the battery minimum temperature (1 z,,.). The
end of life power threshold provides the ability to choose the
discharging power threshold for fault for the DDM 52.

If the determination is made at step 124 that the fault
conditions are met, the method proceeds to step 126. At step
126, the status of the fault conditions not being met is
recorded in a memory location within the data manager 49
and the method 100 returns to step 101, where the algorithm
repeats. If, however, the determination is made at step 124
that the fault conditions are not met, the method 100
proceeds to step 128.

At step 128, a determination is made as to whether pass
conditions are met for the DDM 52. More specifically, the
pass conditions are met if all of the following have occurred
while the ignition signal 40 (i.e., RUN/CRANK) was con-
secutively True: (1) a product of the voltage (V) and the
current (I5) are of greater power in the discharging direction
than a minimum pass power threshold, based on the dis-
charging calibration, as a function of the relevant battery
state of charge (SOCj) and the minimum battery tempera-
ture (Tz,.0), for greater than a minimum pass power dura-
tion, based on a discharging calibrated number of consecu-
tive diagnostic executions; and (2) either of the following
occur: (a) a first fault power level, for discharging, is equal
to the first fault power initialization calibration; or (b) all of
the following are true for greater than a minimum re-pass
condition met duration, for discharging, based on a cali-
brated consecutive number of diagnostic executions: (i) a
first fault power level, for discharging, is not equal to the first
fault power initialization calibration; (ii) the absolute value
of a difference between the battery state of charge (SOCj)
and a first fault state of charge (SOC.), for discharging, is
less than a re-pass state of charge hysteresis calibration
(S8OCgrpc); and (iii) the absolute value of a difference
between the product of the voltage (V) and current (1) and
the first fault power level, based on discharging, is less than
a re-pass power hysteresis calibration. The minimum pass
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power threshold, based on the discharging, provides the
ability to specify the minimum amount of battery power
which must be accepted during the drive cycle to allow the
DDM 52 to produce a pass result. The minimum pass power
duration, based on a discharging, provides the ability to
choose how many diagnostic executions the minimum pass-
ing power must be exceeded in order for the DDM 52 to be
allowed to pass. The first fault power level, for discharging,
is a stored instantaneous battery power at the moment the
DDM 52 produces a fail result after a pass result. This value
is used in the next pass conditions of the diagnostic. The
minimum re-pass conditions met duration, for discharging,
provides the ability to choose how long the full set of re-pass
conditions must be met in order for the DDM 52 to be
allowed to pass. The first fault state of charge (SOCry), for
discharging, is the value of the battery state of charge
(SOCp) at the moment the DDM 52 produces a fail result
after a pass result.

If the determination is made at step 128 that the pass
conditions are not met, the method proceeds to step 129. At
step 129, the data manager 49 is alerted that the pass
conditions are not met and the method 100 returns to step
101, where the algorithm repeats. If, however, the determi-
nation is made at step 128 that the pass conditions are met
for the DDM 52, the DDM 52 terminates and the method
100 proceeds to step 118.

At step 118, the results of steps 114 (CDM 50) and 128
(DDM 52) are recorded in a memory location within the data
manager 49. The results may be whether the respective
module 50, 52 passed or did not pass. Once the results are
recorded at step 118, the method then proceeds to step 130.

At step 130, the results are retrieved from the memory
location within the data manager 49. Once the results are
retrieved at step 130, the method 100 proceeds to step 132.

At step 132, a determination is made as to whether the
pass conditions were met for both modules 50, 52; only one
of the modules 50, 52; or none of the modules 50, 52. If the
pass conditions were met for both modules 50, 52, the
method proceeds to step 134, where the indication of the
passage by both modules is recorded in a memory location
of the data manager 49. After step 132, the method returns
to step 101, where the algorithm is repeated.

If the pass conditions were met for only one of the
modules 50, 52, the method 100 proceeds to step 136, where
the indication of the passage by only one module 50, 52 is
recorded in a memory location of the data manager 49.

If the pass conditions were not met for either module, the
method 100 proceeds from step 132 to step 138, where the
indication that none of the modules 50, 52 passed is recorded
in a memory location of the data manager 49.

After steps 136 and/or 138, the method 100 may return to
step 101, where the algorithm is repeated. However, alter-
natively, the steps 136 and/or 138 may proceed to another
algorithm that may attempt to duplicate the fault conditions
and non-passage of the respective CDM 50 and DDM 52.

While the best modes for carrying out the many aspects of
the present teachings have been described in detail, those
familiar with the art to which these teachings relate will
recognize various alternative aspects for practicing the pres-
ent teachings that are within the scope of the appended
claims.

The invention claimed is:

1. A method for monitoring a performance level of a
battery of a vehicle having an electronic control unit (ECU),
comprising:

enabling a charging diagnostic module (CDM);
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determining, with the CDM, a charging status of the

battery;

enabling a discharging diagnostic module (DDM);

determining, with the DDM, a discharging status of the

battery; and

recording the charging status and the discharging status in

a memory location of the ECU.

2. The method of claim 1, wherein enabling a CDM and
enabling a DDM are simultaneous.

3. The method of claim 1, further comprising retrieving
values of the battery from a memory location of the ECU.

4. The method of claim 3, wherein enabling a CDM is
further defined as enabling a CDM as a function of the
values retrieved from the memory location of the ECU
meeting predefined conditions; and

wherein enabling a DDM is further defined as enabling a

DDM as a function of the values retrieved from the
memory location of the ECU meeting predefined con-
ditions.
5. The method of claim 3, wherein the values include at
least one of a voltage, a state of charge, a minimum battery
temperature, a maximum battery temperature, and a current
of the battery.
6. The method of claim 5, wherein the values further
include a calculated charging power limit of the battery.
7. The method of claim 3, further comprising determining
that an ignition signal is being received by the ECU.
8. The method of claim 3, wherein determining, with the
CDM, a charging status of a battery is further defined as
determining, with the CDM, a charging status of the battery,
as a function of the values retrieved from the memory
location of the ECU; and
wherein determining, with the DDM, a discharging status
of a battery is further defined as determining, with the
DDM, a discharging status of the battery, as a function
of the values retrieved from the memory location of the
ECU.
9. The method of claim 8, wherein the charging status of
the battery is determined to be passing only when pass
conditions for the CDM are met;
wherein the charging status of the battery is determined to
be not passing only when the pass conditions for the
CDM are not met;

wherein the discharging status of the battery is determined
to be passing only when pass conditions for the DDM
are met; and

wherein the discharging status of the battery is determined

to be not passing only when the pass conditions for the
DDM are not met.

10. The method of claim 9, further comprising:

retrieving the charging status and the discharging status

from the memory location;

determining the performance level of the battery as a

function of the retrieved charging status and discharg-
ing status;

wherein the performance level is determined to be at a

performing level when the retrieved charging status and
discharging status are each determined to be passing;
and

wherein the performance level is determined to not be at

a performing level when the retrieved charging status
and discharging status are each determined to not be
passing.

11. A vehicle comprising:

a battery; and

an electronic control unit (ECU) including a controller in

communication with the battery;
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wherein the controller is configured to:

enable a charging diagnostic module (CDM);

determine, with the CDM, a charging status of the
battery;

enable a discharging diagnostic module (DDM);

determine, with the DDM, a discharging status of the
battery; and

record the charging status and the discharging status in
a memory location of the ECU.

12. The vehicle of claim 11, wherein enabling a CDM is
simultaneous with enabling a DDM.

13. The vehicle of claim 11, wherein the controller is
further configured to retrieve values of the battery from a
memory location of the ECU.

14. The vehicle of claim 13, wherein the controller is
configured to enable the CDM as a function of the values
retrieved from the memory location of the ECU meeting
predefined conditions; and

wherein the controller is configured to enable the DDM as

a function of the values retrieved from the memory
location of the ECU meeting predefined conditions.

15. The vehicle of claim 13, wherein the values include at
least one of a voltage, a state of charge, a minimum battery
temperature, a maximum battery temperature, and a current
of the battery.

16. The vehicle of claim 15, wherein the values further
include a calculated charging power limit of the battery.

17. The vehicle of claim 13, further comprising an igni-
tion system configured to transmit an ignition signal to the
controller in response to receiving an input;

wherein the controller is further configured to retrieve

values from the memory location of the ECU in
response to the controller determining that an ignition
signal is being received by the ECU.
18. The vehicle of claim 13, wherein the controller is
further configured to:
determine the charging status of a battery as a function of
the values retrieved from the memory location of the
ECU; and

determine the discharging status of the battery as a
function of the values retrieved from the memory
location of the ECU.
19. The vehicle of claim 18, wherein the controller is
further configured to:
determine the charging status of the battery to be passing
only when pass conditions for the CDM are met;

determine the charging status of the battery to be not
passing only when the pass conditions for the CDM are
not met;

determine the discharging status of the battery to be

passing only when pass conditions for the DDM are
met; and

determine the discharging status of the battery to be not

passing only when the pass conditions for the DDM are
not met.

20. The vehicle of claim 19, wherein the controller is
further configured to:

retrieve the charging status and the discharging status

from the memory location;

determine the performance level of the battery as a

function of the retrieved charging status and discharg-
ing status;

wherein the performance level is determined to be at a

performing level when the retrieved charging status and
discharging status are each determined to be passing;
and
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wherein the performance level is determined to not be at
a performing level when the retrieved charging status
and discharging status are each determined to not be
passing.



